
IV.PROPOSALS 

FOR CONSIDERATION: FLEET REPLACEMENT

A.

Strate~ for fleet reRlacement

A broad outline for a fleet rebuilding and purchase programme is shown in Table 2. This
is based on the principle that vessels over 20 years of age (as shown in Table 1) should be
progressively withdrawn from services and replaced over the five year period 1998-2002. The
general criteria that have been followed in preparation of the programme and in determining the
numbers and types of vessels to be replaced are shown in the following paragraphs.

It is appreciated that some governments and shipowners will have views on replacement
that differ in certain respects from those shown in the table; also that in some cases, notably that
of Papua New Guinea, the basic statistics concerning the number of vessels in older age brackets
require updating. It is therefore suggested that the first aim should be to seek agreement from
member countries on the strategy to be pursued in working out the rebuilding programme. If they
are agreed in principle on the strategy put forward in this paper, then detailed proposals from
individual countries concerning the number of vessels based on the following criteria can be
considered.

As part of the general strategy in formulating the .fleet replacement programme it is
suggested that serious consideration is given to the proposal for making a feasibility study on the
establishment of a regional ship financing institution as contained in Item 6.3.1 with further
information in Annex IV. A feature of this proposal is the system of "co-ownership" by the
financing institution and the borrowers (ship operators) which seems to offer particular
advantages with the present financial constraints affecting the domestic shipping industry in the
South Pacific.

B.

Procedures for assessment of a~ed vessels

It is proposed that the hulls and engines of all vessels listed over 20 years age should be
subjected to inspections by an independent survey authority. A classification society that is a
member of the International Association of Classification Societies (lACS) would be the most
suitable for this propose. The aim of these inspections is to assess the state of each vessel with
respect to an extension of its lifespan for a further five years.

With this assessment completed, the vessel would be graded on a scale ranging from:

0 -Recommending immediate withdrawal from serviceto

5 -Recommending the possibility of a further five years lifespan.

The five year lifespan would be considered the maximum allowable. Periods of further
service within this span could be subject to the remedying of such deficiencies as requested by
the surveyor carrying out the inspection. It would then be open to the shipowner concerned to
decide whether the expense concerned with the repairs was warranted.
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The five year withdrawal period would then be parallelled by the building/purchase
programme during the years 1998-2002.

Possibilities of receiving technical assistance from donor countries and/or organizations
should be considered in respect of the above-mentioned inspection services.

c. Criteria for !.\:nes and numbers of vessels

The programme proposed in Table 2 has been based on four standard types of vessels:

Conventional (deck) passenger/cargo vessels
Landing craft .
Roll on -roll off passenger ferries, and
Coastal tankers (Product carriers)

Four standard sizes have been included with overall lengths of 45 metres, 35 metres, 25
metres and 15 metres.

It is proposed that as far as possible the vessels should be constructed as standard types
of varying sizes. This would then enable shipyards to maintain uniform building procedures with
a run of similar vessels over the five-year period and reduce costs to the greatest possible extent.

It is however appreciated that some variations from such standard types will be needed
to suit conditions in individual countries. Some of these possible variations together with
suggestions on general requirements for vessels in the South Pacific are contained in Item 4.4.

The proposed number of vessels to be included in the programme has been based on the

following premise:

For landing craft, roll on -roll off ferries and coastal tankers, it is assumed that
approximately 100 per cent replacement of aged vessels will be required e.g. one
new ship for each old ship scrapped in view of the operational conditions and
maintenance difficulties prevalent in the region.

For passenger/cargo vessels, there are some variations connected with the relative
sizes of the domestic fleets of the various countries. Thus in very small countries
such as the Cook Islands, 100 per cent replacement ratio appears to be virtually
essential, whilst in Tonga and Vanuatu with larger fleets but a high proportion of
aged or sub-standard vessels, a ratio of only 50 per cent would probably suffice,
e.g. one new ship would replace two old ships. In the major shipowning countries
such as Fiji and Solomon Islands and especially Papua New Guinea, considerable
over-tonnaging is evident and a replacement ratio of less than 50 percent could

be.adequate.

In estimating the required amount of new tonnage the assumption has been made that any
increase in cargo or passenger traffic in the short to medium term could be accommodated by the
increased efficiency of new vessels.
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TABLE 3: Outline of requirements for new vessels

Conventional 

passenger/cargo vessels(a)

Length
overall

Cargo capacity Deck passenger
capacity

Crew number Service speed
(Knots)

DWT Cubicmetres

45m 250 300 100 8

12

10.535m

150180

75 8

25m

100

120 50 6 9

815 m 50 60 25 4

(b)

Landing 

craft

Service 

speed
(Knots)

Length overall Crew numberCargo capacity
DWT

45m

250

8 12

150 8

10.5

35m

925m 100

6

Roll on -Roll off ferries(c)

.ength overall Vehicle
capacitylane/metres

DWT Passenger
capacity

Crew
number

Service

speed
(Knots)

8

12

45m

80175

350

35m

50100

250

8

10.5

25m

2550150

6

9

Coastal tankers(d)

Length overall Cargo capacity
DWT

Crew number Service speed
(Knots)

45m 250 8

12

1 ~



D:

General reQuirements for domestic trade vessels

Table 3, "Outline of Requirements for New Vessels" shows the approximate cargo and
deck passenger capacity together with the service speed and number of crew required for each
type of vessel. The cargo and passenger figures have been based roughly on those for existing
vessels of each type, and crew numbers on the minimum requirements for safety manning in the
South Pacific Maritime Code. Service speed has been calculated to give economical fuel

consumption.

These are very general requirements and individual countries will undoubtedly have
particular needs for which adaptation of the standard model vessels will be required. Examples.
of this process would be:

the nwnber of cabin passengers to be carried in the larger passenger/cargo vessels
and possibly in the longer distance roll on -roll off ferries;

the volume of refrigerated cargo space to be provided;

possibly, provision for carriage of containers on certain routes in the larger
vessels; and

possibly, provision for the carriage of bulk liquid in tanks in the larger vessels.

Proposals 

concerning certain specific features of design are as follows:

1.

General features of construction

In view of the lack of repair facilities in the region, the overriding need, both in respect
of design, and choice of materials, is for reliability and ease of maintenance. Sophisticated
equipment could be kept to the minimum necessary to cover the vessels' type and particular area
of operations. For example, electronic navigation aids can be restricted to basic types and
provision of automatic steering may be found to be unnecessary in many cases.

As far as design is concerned, the majority of South Pacific passenger/cargo vessels are
of single hold type with raised forecastle and machinery and accommodation aft, a layout which
appears reasonably suitable for the trade and for the carriage of deck passengers. In many areas
draught restrictions are a constraint and depth of larger vessels may be limited to 3.0 -4.0 metres.
Particular care also needs to be given to the stability aspects in view of the frequent carriage of
deck cargoes as well as passengers and the lack of knowledge of this aspect among some

operators.
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2. Construction materials

For the larger types of passenger/cargo vessels (35 metres and 45 metres lengths) and for
all sizes of landing craft and roll on -roll off ferries, steel appears to be the best solution in view
of its durable nature, general availability and comparative ease of repair. For the 25 metre and
15 metre lengths, alternative materials such as ferro-cement, aluminum and GRP (Glass
Reinforced Plastic) could be considered, all having advantages in certain aspects of construction,
but in some cases presenting problems as far as repairs are concerned. For the smaller 15 metre
length vessels, timber could be considered a possibility particularly in cases where construction
is to be carried out locally.

3.

Car~o handlin~ and stowa~e

In the majority of cases derricks could still provide the principle means of cargo handling
with single swinging derricks in the smaller vessels and union purchase in the larger types. From
the point of view of maintenance, this appears to be a satisfactory solution, although an argument
could be made for the use of hydraulic cranes on the larger vessels. Boats would still be required
in many cases for the landing of cargo (and passengers) in locations without wharf facilities.

In the smaller vessels, timber hatches and tarpaulins which can be manually handled are
still possibly the most suitable form of hatch cover, although steel covers may be considered
more appropriate for the larger types. In view of the large quantities of fuel carried in drums to
supply remote areas, special provision needs to be made for the carriage of hazardous deck
cargoes in locations separated as far as possible from those used by passengers.

4.

Deck nasseneers

Provision needs to be made for carriage of deck passengers as regards space
(approximately 1.0 square metre per passenger) and protection from weather. Fixed structures
are generally not practicable in view of the need to provide space for handling of cargo and
removable awnings and side screens are probably the only available method. Some form of deck
sheathing is required and, in this context, wooden hatches and tarpaulins are preferable to metal
hatches. Galley, toilet and ablution facilities also need to be provided. (Some countries such as
Papua New Guinea and Fiji are believed to have current regulations governing the condition for
the carriage of deck passengers.)

5.

Pronulsion systems

It is assumed that, in the absence of obvious alternatives, marine diesel engines will
continue to provide the main means of propulsion. The principal factors to be kept in mind would

be, ease of maintenance, availability of spare parts, and, in this instance equally important,

economy of fuel consumption. As far as power is concerned, it is suggested that as a general
principle the power delivered should not exceed 80 per cent to 85 per cent of the engine's

maximum continuous rating (mcr) with the vessel in laden condition at normal cruising speed.
Manoeuvrability is an important consideration throughout the region and twin screws are
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virtually essential. The question of fixed or controllable pitch propellers is debatable but in all
cases a simple and reliable form of transmission and thrust reversal is required. (The above notes
are very general in nature and more detailed proposals could be provided by a qualified marine
engineer, preferably one with experience in the South Pacific.)

E.

Location of shinbuildin~ nro~ramme and conditions for nurchase of secondhand
vessels

Proposals are noted under Table 2 regarding the proposed location of building andconditions 
for purchase of vessels in the five year programme. These are based on the respectivecapacities 

of shipyards in the region and the more complex design and building requirements forcertain types of vessels. .

Conventional passenger/cargo vessels and landing craft

I.

Fiji is believed to have the capacity to build steel vessels of conventional design and
landing craft up to 45 metres length, Papua New Guinea and Solomon Islands, up to 35 me~es
length and Vanuatu up to 25 metres length.

Under these circumstances Papua New Guinea, Solomon Islands and Vanuatu would
appear to have the ability to cover requirements for their own conventional vessels and landing
craft with the remainder of vessels of these types being built in the Fijian shipyard.

2. Roll on-roll off ferries and coastal tankers

In view of their more sophisticated design and correspondingly higher cost than
conventional passenger/cargo vessels of equivalent size, it is suggested that these vessels should
be acquired by means of secondhand purchase from overseas source.

3.

Proposals to impose restrictions on purchase of secondhand vessels

In order to avoid a continuation of the present trend towards purchase of aged vessels, it
is considered essential to impose strict conditions on such purchases. As detailed in the noteattached 

to Table 2 these relate first to the age of the vessel, limited to five years, and secondlyto 
its condition which is to be covered either by classification society certification or

alternatively through inspection by a qualified classification society surveyor.
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